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GUIDE TO THE PLANNING AND CONDUCT OF PASSAGES

1. 'The Maritime Safety Committee at its thirty-ninth gession (MSC XXXIX/22,
parsgraphs 12,28 and 12.29) took note of the "Guide to the planning and
conduct of passages" developed by the United Kingdom and amended by the
Sub-Committee on Safety of Navigation,

2, The purpose of the Guide is to sot out & code of practice for the
following two essentially inter-related agpecta:

(a) the organization required for the plamning of passages,
and

(b) the subsequent requirement to ensure that such passages
are accomplished in compliance with the plan,

3, Recognizing that both the plenning of passages and the c¢lose and
continuous monitoring of position during the execution of such plans are
essential and highly importent for the safety of navigetion, the Committee
docided to bring the text, attached hereto, to the attention of all
Member Governments.,
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CUIDE 70 THE PLANKING 4ND COMDUCY OF PASSAGES

INTRODUCTION

1. The aim of this Cuide is to set cut e code of practice for the following
two essentially inter-related aspectss

(a) the organization required for the planning of passcges, and

(b) the subsequent requirement to ensure that such passages &re
acconplished in compliance with tha plan,

2, It is generally recognized that both the planmning of passages and the
close and contimuocus monitoring of position during the execution of such plens
are necessary and'highl,v inportant in tho interests of safe navigation.

3, The need fox effective planning and positiom monitoring during the
conduct of 2 posssge applies to all ships, More comstraints epply to largex
ghips and there will be o ocorresponding need for these to be taken into
acoount both in the preperation of the plan and equally in its subseeguent
nonitoring.

4. 4 dlsturbing number of casusliles, partioularly strandings, continue to
cocur in restricted waters and port approaches, Although these casualties
are emall in number relative to the total number of ships trading, meny of
these ooculd have been avoided by detailed passage plenning.

5. Jirrengenente for ensuring tho offective plamning and conduct of passages
are a vital elenent in the wider requirenent for an effective bridge
organizetion, General guldence on bridge organization is oqntained in IMCO
Resolution A.285(VIII)*, adopted at the IMCO Assenbly in November 1973.

That Resoluticn should be studied in oohjtmotion with this Guide, which slso
cotplenents, but does not supersede, tﬁa inforpation given in the Bridge
Procedures Guide published by the Intewnationsl Chamber of Shipping, the
relevant parts of which are:

* Also contained in Regulation II/1 of the Internsticnal Convention on
Stendards of Training, Certification and Watchkeeping for Seafarers, 1978
and Resolution 1 of the International Conference on Praining and
Certification of Seafarers, 1978
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Paregraph 1.2 ~ Passage Plan
Parograph 2.7  ~ Navigation in Coastal Waters/Traffic Separation Schene

Paragraph 2.10 - Navigation with Pilot enborked
Chock List 5 Master/pilot information exchange
Check Liat 6 - Navigaticn, Coastal Waters

Check List 8 = Navigation, Deep Sea

6. The principles ocutlined in this Guide are not new; they have lcng been
practised in pany ships.

BRIDGE (HGANIZATION

7« In this Guide, the term "bridge tean" refers to those employed in the
navigation of the ghip. Tals doea not preclude nasters and skippers in snall
ghips forming a bridge tean, which would obvicusly be linited as $o its size.
It is the responsibility of the nmaster cor skipper to allocate gpecifioc tasks
to his dridge team in oxder that safe navigation throughout the voyege can be
effectively achieved, It is equally important that the master should clearly
confirn any changes in the allocated tasks whenever such changes occur during
the passoges

8., In view of ithe wlde varlety of circunstances that apply, ncthing hard and
fagt can be laid down in this Guide with regard o the allozatiwn of. tasks by
nasters; in oxder to avoid misunderstanding however, especlally in the case
of a prolonged passage in confined watexrs, it is recomnsnded that nesters
should issue precise instruoticns in writing in advance of the passage to be
mmdertaken,

9., It will be spparent that in sone areas, such as the Fnglieh Channel,
Scuthern North Sea, The Sound, the Gulf of St, Lawrence, the Japanese Inland
Sea, the Gulf of Hormuz and the Malacca/Singspore Straits, ships will be in
confined waters for a substantiol pericd of tinme., Throughout thie periocd the
nornal rotation of deck watches, with corresponding changes in officers of
the watoh, will apply. In these cirounstances, it is even more ipportant
that all officers of the watch should be fully acquainted in advence with
the details of the passage plan since, while on watch, it will be their
recponeibility to ensure that it ie followed. Officers ahould also be nade
aware of the manceuvres plamned for the approach to the pilot boarding peint,
with altemative courses of action where appropriate.
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PILOTAGE

10. The contribution which pilote make to the safety of navigation in
oonfined waters and port approaches, of whilch they have up=to-date knowledge,
requires no emphasis; but it should be streesed that the responsibilities of
the ship's navigational tean do not twansfer to the pilot and the duties of
the officer of the woich repain with that officer.

11, 4fter bis arrival on board; in addition to being sdvised by the mester
of the nmenceuvring characteristics and basic details of the ship for 1ts
present condition of loading, the pilot should be closely congulted on the
passoge plon to be follcwed., The gemeral ain of the naster shonld be fo
ensuve that the expertise of the pilot is fully supported by the ghipls
bridge tean. (See also parngraph 25)

12, Attention is drawn to the following extract fron IMCO
Besolution A4.265(VIII)*s

"Degpite the duties and obligations of a pilot, his presence on board
does not relieve the officer of the waoich fron his duties and
obligations for the safety of the ship. He should co-operate closely
with the pilot and paintain an acourate check on the vesesl's posliion
and novenents, If he is in any doubt as to the pilotts actions or
intentions, he should seck clarification fron the pilot and if doubt
still exists he should notify the paster imnediately and toke whatever
action is necessary before the naster arvives."

LBSPONSIBITITY F(R PASSAGE PLLNNING

13, In most deep-gea shipe it is customory for tke naster to delegate the
Initial respcmaihility for preparing the plan for a pessage to the officar
respansible for navigatiomal equipnent and publicallons, usually the second
officer. For the purposes of this Cuide the cfficer comcerned will be
referred to os the "pavigating offlicer".

* Bae slso hegulation II/1 of the Internatiomal Convention on Standards of
Twaining, Certification and Watchkeeping for Seafavexrs, 1978 and
Resolution 1 of the Intexnational Confarence on the Training and
Cersifiocation of Seafarers, 1578.
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14. It will be evident that in enall shipe, including fishing boats, the
paster or ekipper nay hinself need to exercise the responsibility of the

navigating officer for passage planning purposes.

15. The navigating officer has the task of preparing the detailed passage
plan to the neaster's requirenents prior to departurc. In those cases when the
port of destination 1s not known or is subsequently altered, it wiil de
necegsaxy for the navigating officer to extend or amend the original plan as
appropriatae.

PRINCIPLES OF PASSLAGE PLANNING

16, There are four distinet stages in the plamming and achievenent of a
safe passaget

(2) ‘pproisal;
(b) Plamning ;
() Exocution;
(8) Monitoring.

17. These stages must of nceossity follow each cother in the order set out
above., An appraisal of information available ust be nade before detailed
plans can be drawn up and a plan muast be in existence before tactics for itas
execution can be declded upon. Once the plan end the panner in which 1t is
to be executed have been declded, nonitoring ruet be carried out to encure
that the plan is followed,

Appraisal

18, This is the process of gathering together all information relevant to the
contanpla'ﬁed passage., It will of course be ccncerned with navigational
iﬁi‘orm‘bj_.on shown on charts and in publications such as sailing directions,
light liastse, ocurrent atlas, tidzl atlas, tide tables, notices to pariners,
rublicatione detalling traffic separation and other routeing schenes, and
radio aids to navigation, Reference should also be nmade to climatic data

end other appropriate neteorclogical information which nay have o bearing
upon the availability for use of navigatiomal aids in the area under
consideration such as, for exarple, those areas subject to periods of

reduced visibility.
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19. 4 check list should be available for the use of the navigating officer to
agsist hin to gather together all the information necessary for a full passage
appraisal and the oircunstances under which it is to be nmade, It 1s necessary
to recognize that more up-to-date infornation, for exanple, radio nmavigational
warnings ‘and neteorological forecasis, may be received after the initial
appraisal.

20, In addition to the obvious requirenent for charte to cover the area or
areas through whioh the ship will proceed, which should be checked te see

that they are corrected up to date in respect of both pernanent and teupcrary
notices to mariners and existing radio navigational warnings, the information
-necessary to nake an appraisal of the intended passage will include detalls of:

() currents (direction and rate of set);

(v) tides (tines, heights end direction and rate of set);

(o) draught of ship during the various stages of the intended passage;
(@) advice end recommendations given in sailing divecticns;

(e) navigational lights (characteristios, range, arc of viaibility
and enticipated raising range);

(£) navigetional marks (antiocipated range at which cbjects will show
on radar and/or will be vieible to the eye);

(g) twaffic separation and routeing schenes;

(h) radio aids to navigation (availability and coverage of Decca,
Onega, Loran and D/F and degree of accuracy of each in that locality);

(1) mnavigational warnings affecting the area;
(3) clinatological data affecting the area;
(k) &hip's manoeuvring data.

2l. &n overall assesscent of the intended passoge should be pede by the
naster, in consultation with the navigating officer and other deck officers
who will be involved, when all relevant infornmation has been gathered. This
appraisal will provide the noster and his bridge tean with 2 clear and precise
indication of all areas cf danger, and delineate the areas in which it will be
poseible to navigate safely teking into acoocunt the calculated draught of the
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ship and planned under-keel clearcnce. Bearing in nind the condition of the
ghip, her equipnent and any other cirounstances, a balanced Judgenent of the
nergins of safety whioh rmst be ellowed in the various sections of the intended
passage can now be nade, agreed and understood by all concerned.

Planning

22. Having made the fullest pceslble appraisal using all the available
information on board relating to the intended paesage, the navigating officer
can now act upon the master's instructions to prepare o detailed plan of the
passage. The detailed plon ghould aribrace the whole passage, fron berth to
berth, and include all weters where a pilot will be omn board.

23, The forrulation of the plan will involve corpletion of the following
taska: '

(a.) Flot the intended passage on the appropriste charts and park clearly,
on the largest scale charts applicable, all areas of denger and the
intended track taking into account the ma.rg:ma of allowable eITore.
Where appropriate, due regard should be pald to the need for advance

warning to be given on one chart of the existence of a navigational
hagard iomediately on trensfer to the next. The plamned track
should be plotted to clear hazards at as safe a distance a8
circunstances allow. 4 longer dietance should alweys be accepted
in preference to a shorter nore hazerdous route, The possibility
of main engine or steering gear breoakdown at a critical nonent
rmet not be overloocked.

(b) Indicate clearly in 360 degree notation the true direction of the
planned track marked on the charta,.

(e) Mark on the chaxt those radar—congpleucus objects, raparks or racons,
which nay be used in positiom fixing.

() Mark on the charts any traneit narks, clearing bearings or clearing
renges (radar) which nay be used to advantage. It is sonetines
poseible to use two consplcucus clearing marks where a line drawn
through then runs cleexr of natural dengers with tho appropriate
nargin of safety; 1if the ship procoeds on the safe eide of this
transit she will be oclear of the danger. If no clearing narke are
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available, a line or lines of bearings fron a single objeot nay be
drewn &t & desired safe distence fron the danger; provided the ship
renains in the safe segnemnt, she will be clear of the danger.

(e) Deoide upon tho key elenents of the navigatiansl plan. These
should include but not be lirdted to:

(1) safe speed having regard to the menoceuvring characteristica
of the ship and, in ships restricted by draught, due
allowance for reduction of draught due to squat and heel

offect when turning;

(i1) speed alterations neceseary to achieve desired ETA's en
route, e.g. where there pay be linitations on night
pagsago, tidal restrictionse etc.;

(i11) positions where a change in nachinery status is required;

(iv) course alteration points, with wheel-over positions where
appropriate on large scale charts taking into account the
ship's turning circle at the planned speed and the effect
of any tidal strean or curremt on the ship's pDovenent
during the turn;

(v) ninirmn clearance required under the keol in critieal
areas (having allowed for height of tide);

(vi) pointe where acourscy of position fixing is critical, and
the prinary end secondary nethods by whioch such positions
mst be chitained for maxirmmn reliability;

(vii) oontingency plans for alternative action to place the
ship in deefp water or proceed to en anchorage in the
event of any emergemcy necessitating abandonrent of the
plan,

24. Dopending on circunstances, the pain details of the plan refeired to in
poragraph 23 above should be narked in appropriate and proninent Dlacaes on

the charts to be used during the passage. These main details of the passage
plan ghould in any cose be recorded in a bridge notebook usmed speclally for
this purpose to allow reference to details of the plan at the comning position
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without the need to consult the chart. Supporting information relative to
the passage such as tines of high and low water, or of sunrise or sunset,
should also be recorded in this noteboock,

25. It i1s unlikely that every detail of a passage will have been anticipated,
particularly in pilotage waters. Much of what will have been planned may
have to be changed after embarking the pilot. Thie in no way detracts fron
the real value of the plan, which is to mark out in advence where the ship
mustnot go and the precautions which rmst be taken to achieve that end, or

to give initial warning that the ship ie standing into danger.
Exeocution

26, Having finalized the passsge plan, as soon as estiuated tines of arrival
can be nade with remsonable accuracy, the tactics to be used in the execution
of the plan should be decided. The factors to be taken into account will

includes
(a) the reliability and condition of the ship's mavigational equipnent;

(b) estinated tines of arrivel at critical points for tide heights and
flow;

(¢) neteorological oonditions, particularly in areas known to be
affocted by frequent periods of low visibility;

(d¢) day-time verwus night-time passing of danger points, and any effect
this may have upon position fixing accuracy;

(e) traffic conditiong, especially at navigational foeal points.

27, It will be important for the master to consider whether any particular
oircumstance, such as the forecast of restricted visibility in an area where
position fixing by visual means at a oritical point is an essential feature
of the navigation plan, introduces an umacceptable hazard to the safe conduct
of the passage; and thus whether that section of the pagsage should be
attemptéd under the conditions prevailing, or likely to prevail. He should
also consider at which specific pointe of the passage he may need to utilize
additionsl deck or engine roocm perscmnel.



MSC XXTX/22
ANNEX 17

Page 9

Moni toring

28, The close and contimous monitoring of a ship's progress along the preo—
planned track is essential for the pafe conduct of the passage (Bridge
Procedures Guide, Chopter 3). If the officer of the watch is ever in any
doubt as to the position of the ship or the mammer in which the passage is
Proceeding he should imnediately call the master and, if necessary, take
whatever aotion he nay think necessary for the safety of the ship,

29. The performance of navigationel equipment should be checked prior to
salling, prior to entering restricted or hazardous waters and at regulax
and frequent intervals at other tines throughout the passage,

30. Advantage should be taken of all the navigational equipment with which
the ship is fitted for positiom nonitoring, bearing in nind the following
pointsy
(a) visual bearinge are usually the most acourate mesns of position
fixing;
() every fix should, if possible, be based on at least three popition
lines; .
(¢) transit narks, clearing bearings and clearing rangee (radar) can
be of great assistance;
(d) when checking, use gystens which are based on different data;

(e) positions obtained by navigaticnal aide should be checked where
practicable by visual neans;

(£) the value of the echo sounder as a navigational aid;

(g) buoys ehould not be used for fixing but may be used for guidance
when ghore marks are diffieult to dietinguish visnelly; in these
circunstances their positions should first be checked by other Deans;

(h) the functioning and eorrect reading of the instrunents used should
be checked;

(1) an informed decision in advarce as to the freguoney with which the
poeition is to be fixed should be nade for each secticn of the

basgage.
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3l. On every occasion when the ship's posit.i.dn is fixod and parked on the
chart in use, the estinated position at a convenient intervel of time in

advance should be projected and plotted.

32, Radar can be used to advantage in nonitoring the position of the ship by
the use of parallel indexing techniques. Parallel indexing, as a sinple and
nost effactive way of contimmously nonitoring a ship's progress in restricted
waters, can be used in any situation where a radar-conspicucus navigantion park
is available and it is practicable to nmonitor continuously the ship's position
relative to such an object. Details of parallel indexing technigues are

given in Appendix I to this Guide,

33« 4 worked exarple of a plammed passage fron River Thanes to Le Havre is
glven in Appendix II to this Guide. This exarple:

(a)} suitably illustrates the plamming and conduct of passages as
recommended in thies Guide;

(b) dencnetrates that the procedure for the effective planning and
conduct of passages is well within the competence of professional
navigators;

{c) provides a clear indication that given the necessary enphasis
and detailed attention, the application of the principles
outlined in this Guide can readily enhance the safety of

navigation,

34. 4 sample check list of itens for passage sppraisal is given in Appendix ITI
to this Guide, '
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PARALLEL INDEXING

BASIC PRINCIPLES

When a ship Is steaming a steady course, any fixed object appears
to move in a reciprocal direction at the same speed.

This, of course, Is readlly apparent on a radar screen when the radar
Is operating in “relstive motion” — every fixed object appears to move In
the opposits direction.

M, for example, a ship were proceeding down Channel at 12 knots
mmammmmmsmllumum of Lizard Point, chart positions at
mnﬂnmmhnahnﬂghtappeuasshomon Chart 1. H, at the same
tUme, the radar was operating on relative motion—i.e. with the ship's position
apparently fixed in the centre of the screen—the Lizard Point wouid appear
1o move In the opposite direction (indicated on the chart by a pecked iine).
On the Radar Screen this movement would appear as shown In Fig. (i).

. It follows that if the ship maintains its course then the Lizard Point
must aiso maintaln this reclprocai movement. Therefore, i this reciprocsal
mmmmtmafmmummmnmmpmmum
any devistion from its course would resuit In the echo of the Lizard Point
moving away from the plot on the reflecior plotter.
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PLOTTING

To make the plot on the Reflector Plotter the variable range marker
and the parallel bearing cursor are used.

First, the bearing cursor is aligned with the desired course to make
good, then the variable range marker is eet at the “distance off’—in this
case 5 miles. Then, using a pilotting ruler and chinagraph pencl the
reciprocal course is drawn off from the fixed rader target, l.e. Lizard Point
(see Fig. il). '
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12 mile range
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DEVIATION FROM COURSE LINE

If this ship were to set in to the coast, or be forced, for some reason,
io alter course to starboard, the course made good would obviously be some
other than 260° (T) —see Chart 2.

Waere this to happen when parailel index plotting waa In use then the
deviation from the course to make good would appear on the radar as shown
In Fig.(lli). The Lizard Point moves Inside the plot—thus indicating that
the ship is being set towards the shore. By setting the variable range
marker on the paralle! index line now passing through the Lizard it is seen
that the ship has been sat in 1 mile.

Thus paralls) index plots of this kind enable a continuous watch to be
kept on a vessel's track and wilt indicate the direction, and extent, of any
deviations from the desired course.

Produced from portion of BA chart No. 442 with the sanction of the

4@l Controller, HM Stationery Office and of the Hydrographer of the Navy.
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MARGINS OF SAFETY

Apart trom indicating that a ship Is deviating from a desired course
the paraliel index plots can be elaborated to show how far It is desivable or
safe to deviate.

In the examples shown on Charts 1 and 2 It would bs considered
imprudent to venture outside the separation zone. It is possibls to show the
limits of the zone in conjunction with a plot of Lizard Point.

The desired passing distance is 5 miles, but a ship could pass at any
distance between 4 and 7 miles without lsaving the zone. Thersfore, using
the- variable range marker and paraliel bearing cursor in exactly the same
way as shown above, two more paralle! index plots could be drawn either
side of the orsiginat plot from Lizard Point—one at 7 miles, the other at 4
miles. These would appear as shown In Flg. (lv).

it now, for any reason, It is necessary io deviate from the desired
course, an Officer, by watching Lizard Point on the radar has a quick and
accurate check on whether or not the ship Is approaching the sdges of the
zone.
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12 mile range
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Precautions

While the technique described above will allow the Radar to be used to maximum

effect in close water situations certain essentia) precautions must be taken.

1.

Use of the Radar to continuously monitor the passage does not refieve officers of their
responsibllity to make intermittent chart fixes of the ship’s position at the frequency
and times specified by the Master in the passage plan. However, it will supplement
normal fixes and provide a quick and reliable indication that the ship is safe during the
intervals between fixes,

Befora em'ploying the Radar in this way the following checks MUST be made:
(1) The overall performance of the radar must be checked at fraquent intervals.
(2} The fixed target(s) to be tracked must be correctly identified.

{3) The Radar's time base must be accurately centred.

(4) A reliable check of the gyro error, and a careful alignment of the heading marker
with the ship's fore and aft line and the gyro course.

(5) The accuracy of range rings and the variable range marker should, if possible,
be checked against a good fix. :

To use the techniques of paralliel indexing without making the checks described,

and to proceed without checks from good chart fixes Is highly dangerous.






MSC XXXIx/22
ANNEX 17

Page 24

EDNBURGH CWANNEL
CHARTLET Wl

KETCH OF PASGAGE PLAN

CHAKTLET Mo g

1
|
t




MSC XXXIX/22
ANNEX 17
Page 25

PASSAGE PLANNING - WORKED EXAMPLE

An 18,000 DWT steamship (manceuvring data attached), having service
speed of 15kts. and maximum manoceuvring speed (deep water) of 12kts., with
maximum draft S metres, is to sail from the Thames (Sea Reach) to Le Havre.
Equipment includes: dual radar, Decca, RDF, Echo Sounder.

This example addresses the general considerations in planning the voyage
and examines four sections of the passage in detail. 71t includes examples of
the kind of information which might be entered into a bridge notebook, and of
the radar plots which might be used. The areas covered by these four sections
are shown in the 'Sketch of Passage Plan' opposite (Chartlets No. 1, No. 2,
No. 3 and No. 4). These chartlets are also incorporated in this 'Example’
opposite the texts to which they refer. It must be emphasiseq that the
chartlets are not intended to cover the whole passage - they merely serve
as examples of the selected sections.

1. Appraisal (General)

The voyage (see fig. 1) starts with a long estuarial and inshore
coastal passage from Sea Reach to Folkestone. This section will be
directed by a licensed pilot, who will disembark at Folkestone.

From Folkestone the ship must cross the inshore traffic lane
and enter the Dover Straits westbound traffic lane, proceeding
westwards in this lane to the end of the traffic scheme, before
meking a course southwards towards the French coast. The approach
to Le Havre must be one which avoids the controlled navigation area
for Cap d'Antifer and also suitably positions the ship for pilot
embarkation and port entry.

1.1 Charts and publications

British Admiralty Charts: 1186, 1185, 1605, 1828, 1892, 535,
2351, 2675, 261%, 2146, 2990,

Charts - largest scale available.

Navigation Warnings.

Sailing directions No. 27, 28. List of lights Vol. A.

Tide tables Vol. 1 Tidal streams.

List of radio signals Vols. 2 and 6.

(Port information services and navigation warnings).

Port information boocklets (ports of London and Le Havre).
(Pilotage services, port restrictions and quarantine regulations).
Weather forecasts and climatological charts (seasonal weather).
Ship manceuvring data.

Surveys for all charts are relatively recent, with wrecks
and shoals relisbly investigated (many having swept depths marked),
therefore no special precautions need be taken over charted
information. There are no areas on this passage where very small
Under Keel Clearances (U.K.C.s) are expected.

1.2 Points of danger of gpecial note

Apart from the confined waters of the estuary the following
have to be taken into account:-
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(a) Traffic pattern in the Inshore Navigation Zone which

will include ferry traffic and other ships approaching
- Folkestone Pilot Station.

(b) Need to enter the westbound traffic lane at as small
an angle as possible.

(c) Avoidance of controlled navigation area off C. d'Antifer
and possible need to aveid waiting area (or enter
waiting area) off Le Havre.

(d) Crossing from the U.K. to French coasts is virtually
at right angles to the tidal streams (as well as
predominant traffic flows) therefore tidal streams
need very careful consideration if E.P.s are not to
be grosely in error.

1.3 Weather/visibility

There is a high probability of poor visibility, either

through fog, or mist and rain. This should be taken into
account when planning, sc that absence of visual observations

for position fixing and collision avoidance does not place

the ship in danger.
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2. Planning

2.1 Departure and passage to Folkestone (Chartlet No. 1)

(a) Navigation to be conducted by the pilot.

(i) Confirm nav. warnings, weather, tides and traffic
information with pilot.

(ii) Confirm route, speed(s) and ETA Folkestone with
pilot. Also engine readinesse, signals, use of anchors,
etc.

(b) The pilot will not always be able to indicate the precise
track to be followed, therefore the mean direction for each leg

of the passage should be drawn in on the river sections, also

the approximate courses to be followed from the river estuary

to Folkestone. The ship should pass down starboard side of the
navigation channels and margins of safety are marked in accordingly.

(c) Key points:-

(i) Track monitoring to ensure that vessel remains within
margins of safety. Therefore charts marked up in
preparation for P.I. plotting on selected radar
conspicuous targets.

(ii) Radar used to check position of channel buoys against
known fixed objects - especially those buoys at
course alteration (A/C) points.

(iii) Bridge notebook to contain details of channel widths,
distances between bucoys and colour and characteristics
of bucys, so that assessment of whether or not the ship
is safe can immediately be made at any time by reference
to notebook, visual cbservation and radar.

{(d) When clear of the Edinburgh Channel the key points are:-

(i} Watch officers to maintain regular fixes of positions
before and after each major course change, and never at
intervals in excess of 20 minutes. Advising pilot of
position at regular intervals.

(ii) Clearing bearings of the Goodwin Sand Lt. ships marked
on the chart.

(iii) Check tidal set against that anticipated.

(iv) Margine of acceptable deviations from anticipated track
to be marked (am before).

(v) Bridge notebook toc contain details of:-

- Approximate courses

- Distances between 4/C points, and approximate
steaming times (to check against actual progress)

- Clearing bearings and passing distances off Lt.
veasels, stc.

- Cross-Index ranges off selected conspicuous radar
targets (for quick spot checks on track keeping).
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2,2 &E oach to Folkeghone, disembarkation of i;i;ct and departure for Le Havre
(Chartlet No, 2)

(a) Possibly heavy traffic requiring several collision avoidanoce
manoeuvres during spproach to and departure from Folkestone. Speed to
be carefully monitored and controlled during the approach. Full control
mainteined during the disembarkation of the pilot. Cross Iinshore
traffic zone at broad angle. -

(v) Key points:

(1) Two oross-references for position fixing and track-keeping
checks after passing the 8. Goodwin lightvessel., Ncte
cross-index range of Dover Harbour (southern) light in
notehock &8 added check to those marked on the chart.

(11) V.H.F. channels and station identities marked on the chart,
end in bridge notebook.

(111) Margins of safety and moximum speeds of epproach marked
on the chart., .
(iv) When manoeuvring to dipembark pilot, the ship not to proceed
woget of the Sandgate buoy. This may impede ghips a.pgroach:mg
Polkestone from the west. 4 clecring boearing of 000 is
marked towards the harbour light indicating that the ship
should not atray to the west of that bearing,

(v) A course due south, with a clearing bearing of 000° to the
harbour light, is set to effect departure from Folkestone,
This provides a straightforward departure clearing the
Sandgate buoy and providing an easy check (by compass and/or
radar observaticnes of the mole head) on whether the ship is
eagt or west of the planned course.

(vi) Clearing bearings from Dungeness light are marked for the
points botween vhich the ship should enter the traffic lane.

(vii) Ship muat enter traffic lane at a small angle (Rule 10(b)(1i1))
therefore start sheping course to 216 (T) when 3.5 miles from
8. Varne buoy.
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2.3  Appromch to ls Havre (Charlet No. 3)

Key points:~

(1)

(ii)

(1ii)

(iv)

(v)

Avoidnnce of Cap d'Antifer traffic. Approach on
206°(T) to position 292° 27.0 miles from Cap d'Antifer
and thence on 148° to Le Havre lightvessel.,

148° course will bring ship to waiting area. If ship is
to berth on arrival, and if waiting area is conjested,
alternative courses avoiding waiting area are ready.

Early checks on positions of lightvessel and Le Havre buoy,
Both will be important conning references.

Using radar,check positions of channel buoys ualng
hnrbour entrance lights.

Approach to and through buoyed channel may require
continuous track monitoring - especially if visibility
is poor, P.I. plot to be prepared for passage of port
approach channel.
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2.4 Berthing manceuvre (Charlet No. k)
Directed by pilot and with tug assistance.
Key points:-
(i) Effective communications with tugs.

(ii) Speed monitoring during passage through Avant Port,
and approach to the berth.

(iii) Visual obsmervation of leading lines and clearing
bearings, ensuring that ship manoeuvres within a
safe area. Marked up in pridge notebook.
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2.

3.

L

5.

7.

9.
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Appendix III

SAMPLE CHBCK LIST CF ITEMS FCR PASSAGE PLANNING

Select largest scale appropriate charts for the pasaage,

Check that all charts to de used have been corrected up to date from the

latest information available. .

Check that all radic navigational varnings sffecting the area have been .

received,

- ¢
Check that sailing directiome and relevant lists of lights have been corrected

up to date.
Estimate the draught of the ship during the various stages of the passage.

Study sailing directicns for advice and recommendations on route to be

taken, .
Consult current atlas to obtain direction and rate of set.

Conault tide tables and tidal atlas to cbtain times, heights and direction

andlrata of set.

Study climatological information for ‘weather characteristics of the area.

Study cherted navigational aids and coastline characteristics for landfall and

position monitoring purposes.
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11. Check the requirements of traffic separation and routeing schemes.

12.

13.

14,

15.

- 16,

17.

Consider volume and flow of traffic likely to be encountered.

Assess the coversge of radio aids to navigation in the area and the degree

of accuracy of each.

Study the manoeuvring characteristics of the ship to decide upon =afe speed

and, where appropriate, sllowsnce for turniﬁc circle at course alteration

pointa.

If a pilot.is to be embarked, make a careful study of the area at the pilot

boarding point for pre-planning intended mancesuvres.
Where appropriate, study all available por¥ information data.

Check any additional items which may be required by the type of ship, the

particular locality, or the passage to be undertaken.




